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SPECIAL HANDLING REQUIRED IN ACCORDANCE WITH OPNAVINST 3750.6 SERIES

NINTH ENDORSEMENT on VF-74 serial 2-65A, concerning F-4B, BuNo 150410,
accident occurring 26 November 1965, pilot MANFREDI

From: Commander Naval Air Force, U. S. Atlantic Fleet
To: Commander, U. S. Naval Aviation Safety Center
Via: Chief, Bureau of Naval Weapons

Subj: Aircraft Accident Report
Ref: (a) OPNAVINST 3510.9C

1. Readdressed and forwarded, concurring with the conclusions and
recommendations of the Aircraft Accident Board as modified by subse-
quent endorsements.

2. Chief, Bureau of Naval Weapons is requested to comment on recommen-
dations 1 and 2 of the Board.

3. A battery powered light in the front cockpit has desirable features
but the complications incident to installation, assured reliability and
the limited conditions of usefulness may override the need for such an
installation. BUWEPS is requested to comment.

4. Commander Naval Air Force, U. S. Atlantic Fleet concurs with the
changes to NATOPS in recommendations 7 and 11. Accordingly, by copy

of this endorsement, Commanding Officer, Fighter Squadron SEVENTY-FOUR

is directed to submit such recommendations in accordance with reference (a).

5. The proper vehicle for attriting substandard pilots or those who have

a propensity for pilot error accidents is the Naval Aviator's Evaluation
Board. On the basis of pilot accident history by itself it would be
extremely difficult to arbitrarily "draw the line" on pilots who have had
several accidents in that all attendant mitigating circumstances would not
be known. Instead it is recommended that Commander, U. S. Naval Aviation
Safety Center study how the results of the Naval Aviator's Evaluation Boards
could be correlated with previous evaluation boards, aircraft accidents,
incidents and flight violations to determine if there is a feasible point

at which to "draw the line."

By direction
Copy to:
(see next page)
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FOURTH ENDORSEMENT en VF. 74 AAR Ser 2-65A, 26 November 1055, F4B
BUNO 150410, Pilet MANFRYLT

From: Aircraft Accident Board
To: Commander, Naval Aviation Safety Center
Vias (1) Commanding Officer, Fighter Squadron SEVENTY-FOUR
(2) Commander, Attack Carrier Air Wing EIGHT
(3) Commanding Officer, USS FORRESTAL (CVA=59)
(4) Commander, Carrier Division FOUR
(5) Commander, Naval Air Force, U, S, Atlantic Fleet

1, Basic report forwarded Commanding Officer VF=74 with the follciwir,
amplification and clarification as directed by the Third Endorsement,

a., Part VII Para 3 Page 6

The pilot was physically qualified and aerorauviically adaptsd for

flight at the time of the last annual examir- lon (dznual of the #ed
Departmentj Section V, Chapter 15, para 65) w:u w:o not in a gon
status at the time of the fatal flight., In «cw o the findings of tha:
accident board, there is strong reason to doubr fthat the pilot was in 1l

proper psychological status to be considered weronautically adapted =i
the time of the fatal flight, It is believed that he was physically
qualified at the time of the accident.

b. Fart VII Para 2 Page 6

(1) The blackboard presentation was considered to be "adequate"
only as far as a means of transmitting the pre exercise brief information
to the flight crewmembers.

(2) The crews were dissatisfied with the concept and the tactical
value of conducting the exercise as the CAP barrier was established on
the opposite side of the force from the impending threat, Crewmembers
manned their airplanes not knowing which one of three CAP stations and
two missions they would be assigned, It was anticipated that these un-
knowns would be clarified during the conduct of the exercise, and the
essential mechanics of each flight would "fall into place" as the mission
developed, Though not having a complete understanding of the exercise
and mechanics of the operation, the crews did not feel that this was a
factor influencing their safe return from the mission since they were
briefed that they could call the carrier for assistance whenever they
felt it necessary.

Senior Member
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AIRCRAFT ACCIDENT REPORT SPECIAL HANDLING REQUIRED in accordanns with OPNAV REPCRT 37531
OPNAV FORM 3750-1A (Rev. 3-63) Paga 1 Para. 06, OPNAV INSTRUCTION 3750.6, rffictive edicion
e v e —— — = ———
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tne fuecl hoses., Aireraft 150410 was then towed to the mumber four catapult
(enclosure (28) where the refueling operaticn was completed. The possibility
of partial fuel load and attendent shift in center of gravity of the aircraft
was eliminated as a possible cauee factor of the initial over-rotation and
subsequent. stall by the plane captain's rtatement and perscnal interview
(enclesure (28)). The aircraft was started and the plane captain positioned
himself for the after start checks, Before any checks could be made he was told
to leave the catapult area because the FiB was to be launched immediately.

The signal to spread the wings and lower flaps was given by the director on the
number four eatapult., - Because of the expeditious launch conditions, squadron
checkers were unable to give a complete pro=launch check to the aireraft and
the starboard boundary layer control check was missed because of the pace of
operations (enclosures (27) (28)(29)). in E1B turning on the mumber three
datapull also contributed to the lack of theoroughness given the pest start
flight chscks; this being a hazard squadron personnel do not usu2lly contend
with, since the F4's are always launched from the bow catapults during routine
air operatians,

6. The plane saptain that assisted the pilot to strap into the front
cockpit asked him if he wanted his seat pin pulled for him which is normal
procedure just prior to the plane captaink deplaning. LCUR MANFREUI said
"No," he would remowe it himself, The plane captain did rot think vhis
for it was ICUR MANFREDI's custom to pull his own face curtain pin. The last
time the pin was noted by any ground personnel was after the aircraft was
positioned on the catapult ami the canopy closed. The bag attached to the face
cuwtain pin which contains the other seat actuator pins, was seen resting cn
the pilot's left shoulder being supported by the face curtain pin streamer.
The RIO!'s face enrtain pin had been pulled by the 2nd Mech that assisted hin
in strapping in (enciosure (29)).

7. Steam Pressure available to the catapult for launching was 560 psi.
Using the applicable launching bulletin (655A) for the F4B Aircraft with a
gross weight of 46,000 pourds, free air temperature of 63F, and wind over the
deck of 34 knots from 355° relative, a steam pressure of 540 psi was selected
by the catapult officer for the launch. This pressure produced an end spzed
of 128 knote, 162 kmots airspoed, or sSixtcen knots sbove minirun’ launch speed -
of 146 knotg required for an F4LB configured with full flaps and full centerline
fuel tank. The validity of the end speed obtained was checked by use of the
catapult tape (enclosure (30)).

8. Although there is mnothing to indicate personnel error or material mal-
function concerning the catapult shot itself, the difference between a catapult
launch from the waist cats (Cll Mod 1) and one from the bow (Cl) is considered
significant enough to warrant detailed analysis, The three major factors
affecting rotation rate after a catapult launch are:

a. Resteaining force of the launching bridle during the time it is
attached to the ajreraft

b. Aircraft center of gravity

c. Stabilator effectiveness
The effect of the first factor is to prevent rotation prior to the release
point at the end of the catapult stroke, The effect of the second and third
factors regulate rate of rotation once rotation is possible., The center of
gravity in the F4B aircraft is normally well forward of the main landing gear,
This factor combined with the lack of stabilator effectiveness prior to
achievement of fairly high airspeed during take off requires a considerable
amount of nose-up force from the stabilator comtrol surface to effect rotation.
The established procedure for handling pitch cortrol is to hold full baek stick
prior to initiating the catapult shot. Back stick pressure is then relaxed,
meeting rotation of the nose at the desired pitch angle with forward stick and
holding the proper value while decreading forward stick pressures caused by
acceleration with longitudinal trim inputs, Trim is set prior to the catapult
shot at a value which is necessary for steady state flight after nose rotation
to the desired pitch angle and has mo effect on the rate of rotation until
back stick pressure is relaxed., A nose-up, out of trim condition would cause
over-rotation by giving a false neutral stick force feel to the pilot and
would require considerable forward stick pressure to overcome, This possibility
was ruled out as aoontrituting cama: factor by the statement of LT
that he had rebrimmed the aircraft to ncar neutral setting prior to shutting

smcmmmmmmnmwcx;nnau 66, OFNAV INSTRUCTION 3750.6E
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VF<7L Serial 2-65A, 26 November 1965, F4B BUNO 150410, Pilot MANFREDI
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FAB BUND 150410, Pilot MANFREDI
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Statement of LT m USN, On the platform waiting
to recover aircraft, concern =7l AAR Serial Number 2-65A, 26 November

1965, FIB, BUNC 150410, Pilot MANFREDI

I was on the .-tform at 1930 on 26 NOV 65 waiting to recover aircraft..
I heard 106 turn up on No, 4 Catapult and then I turned around to watch
the Catapult shot, 106 proceeded down the catapult at what looked and
sounded like a normnl shot. I noticed a slight over rotation following
the shot but 106 scemed to re-establish his attitude, I turned around
to do something on the platform and heard 1st LT [{iJfflcall my attention
to 106 going across the bow, 106 had gone in front of the island by
the time I looked,

I saw no burner light after the catapult shot, Weather conditions
were normal and I did not notice any other factors that may be of help
to the bm.

I was designated a Naval Aviator in March 1961 and have 1218 hours
total flight time, of which 1031 hours are in jet type aircraft,




Statement of: LTJG _Fms, USN, Concerning VF=74
AAR Serial Number 2-651, 25 November 5, F4B BUNO 150,10, Pilot MANFREDT,

At 1930 my RIO and I went into flight deck control to find out whicn
aircraft we were to man, We were told there were no A/C unmanned and %o
wait and man one of the returning A/,

There scemed tc be some confusion on when the next F=4 was to be
launched. T heard someone on the radio in flirht deck control say, "Whatta
about this damn F-l?" So I walked out on the flight deck, about center
abeam the No., 1 elcvator, The F-4 seemed tc have a normal cat shot with »
slight over rotation, The rotation seemed to increase slowly until the wingas
started rocking. The wings rocked slowly through the level position until
adout 150 or 200' of altitude, Then the A/C started a slow right turn wings
rocking, nose above the horizon. The A/C hit the water nose hi®h and in about
70° to 800 angle of bank to the right. The A/C hit about one half mile off
the starboard side of the ship,

I didn't see any sign of ejection or hear any change in engine sourd from
the tine of the cat shet to water impact,

I turned and went back into FIC immediately after the A/C hit the wator,

I was designated a Naval Aviator 15 November 1963 and have 1036 hours
total flight time, of which L#3 hours are in jet t aircraft,
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Statemant. of LTJGM_HOS, USiiR, Officer of the Deck,
comcerning VF-74 r r 2-65A, 26 November 1965, F4B, BUNO
150410, Pilot MANFREDI

On the 1930 launch I, as the Officer of the Deck aboard USS FORRESTAL,
observed the following in regard to the crash of the F4B.

The aircraft was launched on the angle deck (waist cats), and as soon
' as it left the catapult it started to oscillate about 20 degrees to star-
: board then to port. It seemed unstable, Instead of turning the usual 30
degree cut to port it turned to starboard, and when it was dead ahead of
the ship, the nose was high and the aircraft started to climb at an un-
usually steep angle. Then the starboard wing dipped and the aircraft
lost altitude and followed its starboard wing into the water about 10 de-
grees off FORRESTAL's starboard bow at 1500 yards ahead of the ship.

The starboard wing hit the water first because I noticed the port
running light was the last to disappear,

As we passed the area where the plane went into the water, I saw a
water slick about 150-300 yards off the starboard beam, There was no
sign of an aircraft or any debris at that time,

In comclusion I say that 1 iknew the aircraft was in trouble immediately
aftor it left the catapult, The above observation occurred in approximately
5 - 10 seconds.

it the time of the accident, I was standing watch as OODUW

P TS M Y

The board considers the above statement creditsble,
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STATEMENT wm nBH-B,F USN, Petty Officer Abean
CONCR: ING VF=7h 72 NMBER 2-G5h, 26 NOVAMBER 1965, F4B, BUNO 150410,
PILOT MANFREDI.

I, #BH-3, went back to mmber four cat, when the CAP was
callcd away. After I got an up sigral, I unfolded the wings and opened the
flaps,

I took tension as the F-4, 106, turned up, The cat officer took over
from there, When the plane left everything sounded normal to me, When the
F<, left the ship he had a fast pull up. Then the plane leveled off, I
could see the port armd starboard lights real well. The F-4 started rolling
from side to side, It did this rolling three or four times, He then went
into a starboard turn, At this time I could see all of his lights., He went
across in front of the bow of the ship, I couldn't see anything after that
due to the A3D setting on deck, I ran to the point I could see where the
plane had went into the water,

rBH =2

The board considers the above statement creditable.
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Statement ofP ABH-1, USN, Flight Deck Leading P.0.,
concerning VF-74 serial number 2-65A, 26 November 1965, F4B BUNCO 150410,
Pilot MANFREDI,

A/C side no., 106, F4B was spotted on #i Catipult as condition II CAP,

We had an k1B on #3 Catapult, In order to shoot ;% Cebapult, #3 has to be fire
2irst., Both A/C were turning up. The word was passed to launch the CAP, Yo, 3
Catapult went down. So we had to move the E1B in order to launch the F4B off

#4 Catapult,

when the FAB was launched from #4 Cat. I was standing on the foul line at
about the forward end of the Islard, The Cat shot was nothing unusual, Out of
hgbit, I watched the A/C go down the Cat, After the A/C cleared the angle, it
eppuired to me (my opinion) that the tail dropped a little more than they usually
do, Thun it looked to me like he was elright. (all I could Bee at that time was
the tail of the //C), I thoen turned my head to check another A/C thet was being

moved at that time,

I looked forward, and saw lights (green amd white) pass in front of the ship
at an angle towards the water, It looked to me like the A/C was in & hard
starboard bank. I only had a quick lock at it, as it was angling over towards the
water. I then ran to the point, (just forward of #1 elevator) and I could see
a spot in the water where something had hit.

By the time I got from where I was standing, (Foul line, about the forward
edge of the Island structure) to the point, the spot in the water was about one (1;
to two (2) hundred feet ahead of the ship off the starboard side. (My estimation),
I could see the spot in the water clearly,

This statement is true and correct to the best of my knowledge.

The board considers the above statement creditable,

SFECIAL HANDLING jgUTR.D IN ACCORDANCE WITH PiRA 44 OR OPRAV INST 3750,6K
ENCLOSURE ( 7)
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svarae o (RS USti, PLANG CAPTAIN
CONCERNING VF-7L ALK SERIAL WUMBIR 2-65A, 26 NOVSIBER 1965, F4B, BUNO 150410,
PI1OT MiNFREDI.

On the night of November 26, 1965, I was sitting in the cockpit of my
aircraft (ALE #310 VA-83) when the F4B #106 left number 4 catapult at
approximately 2000, This may be incorrect launch time., The F4 had a good
cat shot amd climbed to aroumd 250 to 300 feet above the water, and quickly
drifted to the stbd side of the ship.

At about 500 yards off the bow, where I was watching, the tail of the
aircraft dropoed and swayed to the right, it then immediately swayed back

to the left and took a position of a regular right bank turn; it then
dropped sideways into the water at about 45° left wing up.

I climbed out of the cockpit of my aireraft ard by the time it took me
to close the canopy and walk down the ladder to the cormer of the flight
deck the spot where the phantom cntered the water was even with me, about a
hundred feet out to the starboard side of the ship. It was at this position
I noticed the forward canopy of the F4 laying near the middle of the disturbed
water,

The time limit of flight to the entry into the water was approximately
25 to 30 seconds, The Phantan erntered the water starboard wing first, at a
slightly nose down position. The said aircraft entered the water in an
apparent right turn around 45°

My job is plene captain in VA-83. I emtered the Navy 3 September 1964,
transfoerred to AT "A™ school 13 November 1964 et Memphis Tennessee and
trangfexrrcd again 16 April 1965 to VA-83 based at Oceana NAS Virginia Beach
Virginia, I have been a plane ceptain for 4% months and did study aviation
furdamentals of flight, aircraft, and aircraft hamdling and related other
subjects,

The board considers the above statement creditable.except for the reference
to sighting the forward canopy floating in the area of the crash., It was
concluded that what was sighted was a reflection off the weter or a piece of
wreckage that gave the appearance of a canopy in the water,

SPECIAL HaNDLING RMQUIRLD IN ACCCRD.NCE WITH PARA 66 OF OPNAV INST 3750,6E

ENCLOSURE ( 1)



Statement of ,_ AN, Forward Jookout Watch on 09 -
Level of IsldPf, concerning VF-7l AR Serial Number 2-654, 26 Ncvember 1965,

FLB, BUNO 150410, Pilot MANFREDT.

At 1935 on 26 November 1965 I was standing the forward lcokout watsh en
the 09 level forward, An FA4B had Just been launched and I reporter to CIC
end Bridge that it appeared to be in trouble, Several seconds later the
F4B crashed into the water approximately 15° off the Starboard Bow. The
indieations that led me tc believe it was in trouble are as follows:

a. After being catapulted the F4B held ite ncse higher than normal
ard the wing lights indicated that the winrs were rocking, First the
left wing went down and then the right., After approximately 10 oscillations
the A/C impacted in a slightly right wing down attitude. During this
periocd the A/C drifted slowly to the right, disappearing about 150 off
the Starbhoard Bow at abcut one rile, The FLB did not appear to pain
altitude after the launch and then slowly lost altitude as it drifted
right,

b. T observed the impact and saw no indication of ejection before
or after inpact. I saw nc signs of fire, explosion or any other visible
indications of trouble other than the aircraft's nose hirher attitude,
wings rocking and loss of altitude prior to impact, I could see thre glow
fron the engines and it did not appear tc be in afterburner,

c, After impact I observed s large foam area but did not see the
"A/C or any personnel, I visually tracked the foam area until it disap-
peared down the Starboard side at approximately 150 yards,

€. I have been 2 qualified lockout since June 1964, I came on
watch at 1745 and had cne coffee break prior to this incident, I was
fully night adapted as it had been about an- hour since I had been ex-
posed to white light,

The statement which I have given is correct to the best of ny
knowledge,

The board considers the above stat
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statenent of 1776 ESHIEGzG 1315, USNR, Helo Pilot, concerning
VF=74 HAR serial number 2-65i4, 26 November 1965, F4B BUNO 150410, Pilot
M;.NFREDI .

On the night of 25 November 1965, at approxinately 1955 hours,
while flying plare guard fron USS FORRESTAL (CVA=59) in UH-24 heli-
copter BUNO 149741, I observed what appeared to be the running lights
of an aircraft sinking from its normal path following a catapult
shot, My aircraft's position at the time was approximately one half
mile abeam the starboard quarter of FORRESTAL, on the same heading
as the ship's, at four-hundred feet altitude, The lights converged
with the ocean surface at what appeared to be from one-half to three-
quarters of a mile forward of the ship, and slightly starboard.

My aircraft's UHF was; set on channel #15(333.0) at this time.
I heard a transmission that sounded like, "Angel zero two, do you
have the aircraft that went into the water?" I replied that I did,
and continued on the same heading for a few seconds, expecting the
ship to veer port amd deliver instructions for my aircraft to proceed
to the scene of the collision, At this time there was almost uni-
terrupted radio traffic from ce j ircraft in the pattern,
and an attempt by co-pilot, LTJW to contact Primary
and verify an accident and receive instructiors failed,

Since the ship did not change course and I had proceeded up-wind
too far to make a safe instrument descent to a hover, I cormenced
a 360 degree turn to the right. After 270 degreee of this turn a
flare was visible in the water at what appeared to be the accident
:sli:ene, and I commenced a descent, continuing the turn into the wind
re,

Upon arriving over the flare none of our crew were able to sight
any evidence of wreckage. While hovering and searching the area of
the first flare we sighted two others further along the ship's course,
and moved to hover altitude to the second area. Results of contimued
search in the greater area of these three original flares were negative.

On the later of two subsequent search flights during the same
night we discovered five or six small items in the vicinity of the
crash, and merked the areas with flares for the ships in company
to pick up. The single item identified was a F-4 main landing gear
cover hinge-cover. We sighted two or three items that appeared to
have reflective tape on them, but were unable to spot them a second
time when we approached their areas at hover altitude.

I was designated a Naval Aviator on 30 January 1965 and have
798 hours total flight time, of which 574 hours are in helo type
alrcraft.

SPECTAL HANDLING REQUIRED IN ACCORDANCE WITH PARA 66, ﬁmmw 3750.68



o~ -
MEDICAL OFFICER'S REPORT OF A/C Acu.nf, INCIDENT, OR GROUND ACCIDENT - PAG , OPNAV REPORT 3750.7
OPNAV FORM 3750-8 (REV. 3.63) SPECIAL HANDLING REQUIRED - See¢ OPNAMST 3750.6E for instructions.
SECTION A - IDENTIFICATION

1. FROM (Nawe and mailing address of activity) 4 1. MOR NUMBER 3. LEAVE SLANK

FIGHTER S JRON Yo 09501 2=65A -
4 TIPE OF MISHAP 5. TIME & ZONE §. DATE 7. GEOGRAPNICAL LOCATION

E ACCIDENT ool D INCIOENT 1935A 2&9&\’ IO 10°29.5" E
8. MODEL A/C . BUNO 10. NO. OF OCCUPANTS | 11, DAMAGE CODE 12. UNIT OPERATING A/C =7

FAB 150410 2 ALFA VF=74

13, u 15 [0 D‘l}" 18. 1, 20. 2. 22
INDIVIDUALS INVO! VED ASSIGNMENT | DATE OF [PHYSICALLY| ERANCH
USE ADDITIONAL SHEL 15 IF REQUIRED UNIT RANK/| FILE/SERV. NO, O = LAST QUALIFIED orF INJURY | DISPO.
NAME (Last, first and middle initial) TO WHICH ATTACHED | RATE DESIGNATOR A/C |misuar| PHYSICAL from ruiGkt| stavice | coor | simow
P0Sept
« MANFREDI, John P. VF=74 LCOR | A 1965 | Yes|usn| vl u
11 Feh
o LEE, John E, VF~74 NS 11 | 11965] Yas |USNR] U| U
C.
0.
23 CLARIFICATION OF ITEMS 13.22 WHEN NECESSARY
24. NODEL OTHER A/C IF INVOLVED 25. BUNO 26. NO. OF OCCUPANTS | 27. UNIT OPERATING A/C 28. DAMAGE CODE | 29. MOR NO.
/A /A N/A /A N/A N/A

30, NARRATIVE ACCOUNT OF MISHAP (Use additional 8 x 103 sheets if required)

MANFREDI and his Radar Intercept Officer, ENS LEE, were launched in F4B, BUNO

150410 at 1935A, 26 November 1965, from the number four catagult of USS FORRESTAL, CVA=59,
while Operatin? in the Western Mcéitorran-an area. Initial alrcraft pitch attitude
following the launch, was slightl¥ excessive as in a moderats over-rotation condit{on.

t was countered momentarily and followed by a slow increase in gitch until an axtreme
nose high attitude was reached. As the aircraft passed the bow of the ship still climb-
1n2, it began a slow series of wing rocking motions about its longitudinal axis. As the
intensity of the win? rock increasad, the aircraft developed a fishtail yawing, oscil=-
lating motion about its vertical ?xis the combination of fhﬁch produced an ction char-
acteristic of a Dutch roll, The aircraft entered a slow r ght turn while ma ntaining a
nose high wing rocking condition of flight from a position slightly ahead of the ship
and the agogcc of the climb reached approximately 250 feet. The aircraft crossed the bow
of the ship and the amplitude of the agng rock increased until a plan view of the air-
craft's 1ighti could bs seen as the aircrggt rzachcd its maximum anglo of bank during
the wing rocking motion, From the moment the aircraft entered the right turn it began
losing altitude so as to follow a descending arc from approximately 350 feet altitude
at a goint 1/2 mile ahead of the ship to the point of water entry, 15 degrees starboard
3/4 mile ahead of the shig. The aircraft entered the water right wing first with 70 to
9 d.git.ﬂ . Englo of bank, gﬁ tRc moment of g:tar ent %‘ the foxwir§ momentum of the
aircra ad beén arrested a the entry ma es cri d as a slicing action with
the aircraft pivoting about its gtarboard ng. There was no fire or cxplosionrgseoci-
ated wi;htthc 1mpact£1Thc :ircii tidi:appcarc b;é:w tgc :uiﬁac;limﬂzdiatzly. lnsicngincs

ear (] opsratin ull milita er [} e wi no ca-
%f nagg the E}tcggurncrg gavfng baen s.i¥c€23. No .33c%¥on attlmp% by cfthcr crcwmgmbcr
was obs erved,

31. PRIMARY CAUSE FACTOR ASSIGNED BY ACCIDENT BOARD

32. CONTRIBUTING CAUSE FACTOR ASSIGNED BY ACCIDENT BOARD

33. POSSIBLE CAUSE FACTOR ASSIGNED BY ACCIDENT BOARD

34, HAVE ALL FINDINGS. CONCLUSIONS, & RECOMMENDATIONS
BLEN MADE AVAILABLE TO THE A/C ACCIDENT BOARD?
1¥ NO, EXPLAIN, ves m NO D

35, REPORT PREPARATION CHECK LIST

DRAWINGS
SKETCHES, PHOTOS

¥ V. 5. GOVERNMENT PRINTING OFFICE: 1963885974
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pre-flighted and post start chocks were completed with no discrepancies. No
important discrepancies were noted during flight or after landing. Prior to
shut down all electrical equipment was turned off and stebilator trim was
returned to between O and 2 units nose up. My po st flight check revealed
no major leaks and no structwral damage and I deelared the aircraft safe
for further flight.

I was designated a naval aviator on 11 October 1962 and have 1263 hours
totel flight time, of which 1230 hours are in jet type aircraft.

%MW.%%‘{ ‘gm’“ i

I flew 106 the cycle prior to the accidort. The aircraft was thorcughly’




STATRMENT OF LCDR * 1210, USN, VF~74 MAINTENANCE OFFICER
RONCIRNING VF-7L 44N Shidil, 2-0%54, NOVE PR 1965, F4B BUNO 150410,
PILOT MaNersnf,

F4LB BUNO 150410, side number 106, was properly inspected in accordance
with NAVWEPS Maintenance Requirement Card Set 01-245FDA-6-1 and OI=245FDA=6-2
for the two previous flights of the day. A daily inspection had been
performed in accordance with the MRC 01-245FDA-6-3 after the conclusion of
flying on 24 November, The engine and airframes post flight inspections were
performed with the exception of completing a visual inspection and check of
leading and trailing edge Claps on the port wing after the flaps were ex-
tended prior to launch. A completz post and preflight inspection of the
aircraft was not conducted by the plane captain and the second mech due to
the tempo of operations and the difficulties encountered in refueling end
respotting the azircraft., There were no outstanding discrepancies that pre-
vented the aircraft from being considered in all respects ready for flight.

The following Urgent Action changes had not been incorporated in FAR BUNO g
1504102

Nunber Nomenc lature "‘_

ASC 86, Part 3 Modification of 35.60 percent wing auxiliary beam

ASC 136, Am 1 Replacement of angle of attack transmitter
AFC 1574 Modification of stabilator power control cylinder ussembly
AFC 171 HRedeeign of catapult holdback installation
AFC 177 stallation of altimeter set AN/APN-141
AFC 178 Rain removal and windshi eld temperature improvements
APC 185 Relocate wing tank drain valve
AFC 209 AN/AJB-3 canputer set; instellation of two additional
connectors "
AFC 214, Pt 2 VWing pylon support fitting; modification of 4
LFC 221 Replacement of inner wing center leading edge BLC valve b
AFC 241 Provigians for 20 mm gun pod installation
AFC 24,3 Aft canopy blackout curtain modification
AFC 246 Replacement of engine oil tank overflow line
AFC 248 Addition of canopy selector valve guard
AFC 259, Pt 2 Improvemsnt of canopy control system
LFC 265 Fngire blewd air ched) valve, 2/N 38000 series;
modification of
AFC 272 Chinge for pair firing of rockets
AFC 285 RT-546/45Q-19 wiring correction

Chronological history of F4B BUNO 150410 and maintenance performed on
aircraft from 10 previous yellow “B" shects prior to the accident follows:

Monthe in scrvice: 37
Months this tour: 6
Totzl aircraft hours since acceptance: 1026.1
Total eircraft hours this tour: 14l.2
Completed 2nd Progrescive aireraft rework (U&H MTAS Cherry Point) 24 May 1965 B
Accepted from H&MS-24 SU#). 18 June 1965 (acceptance inspection performed L.V {
HIVEPS INST 4700.24)
Last mejor inspection comrleted 10-21-65
Type inspection 0dd calender major
Total flight hours since check: 35.7
Total time on installed engines:
: Port (1‘017_17; 151.6 eince new, 35,7 since installed
~ Stbd (401101) 221.4 since new, 35.7 since installed
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bit 5 continuelly breaks
left

bit 6 no rng gate
B sweep 3° L RIO scope

see tgs in 25 miles, locse
in 10 mile

B gwe:p very bright

very weak detection

lock on tgt, B sweep drifts
off to side - VC changes
lock 1light stays on

ADI jitters & jumps when
rolling out of turns -
diminished as time pro-
gressed

console lights cumpletely
out

Stby compass light bulb out

None

feed tank reads 1800# on
gage/2200 tape

None

sdjusted PIMS

meseated computer plug
adjusted servo valves

set up "E" bias and
rite rates

set up "B" bias and rite
rates

adjusted L 1011

adjusted servo valves

reph ced AJB-3 gyro
power checks good

removed & replaced fusc -
checks good

replaced bulb - power
checks good
None

recalibrated entire
system~checks good

Nerne

e i

s

3

X

AW

AR R N AR i bt

DS




statenent. of (NN SRR i:::-, trousioshooter tor VE-7s
Adrframes Shop, c~cncerning VF-74 Adk, serial number 2-654, 26 Novenmber 1965,
F4B BUNO 150410, Pilot MalFREDI,

I was cn the Bow when A/C 105 wawe recovered on the night of 26 November 1965,
A/C 105 taxied to the bow where I checked the BLC and flaps prior to shut down,
I postflighted A/C 105 at this time, While I was postflight checking A/C 105,
4/C 106 landed and was immediately spotted on elevator #4i. I ran to A/C 106
and checked its' BIC and flaps, having the pilot clcse the flaps prior to shutting
down the engines. 4/C 106 checked out in good status,

At this time I was informed of a broxen tow bar incidert involving A/C 105 on
the forward flight deck, and was instructed to check out same for possible danage
to the nose strut. I inspected the nose strut and found same u with excep
tion of the nose jack pad safety wire which I re-safetied. LTJG
preflighted and manned 4/C 105 turning up same. The A/C 105 remained turning
after preflight control check so I remained with it on catapult #2 assuming it wae
being launched,

Unknown to ne, at the time I was standing by A/C 105, A/C 106 was turning up
ou catapult #4. Immediately after A/C 105 was launched I ran aft. to A/C 106,
When I arrived A/C 106 was being taxied over the shuttle. I raised the nose strut
checking the underside of the aircraft. Tension was on the hold-back bar and I
checked BIL and leading and trailing edge flaps on the starboard side of the
aircraft. I did not have time to check the port BIC and flaps prior to launch
because when I completed my inspection of the starboard side s the aircraft went
to nilitary R.P.M. The starboard side checked out good anc I stepped clear of
the aircraft just prior to it being launched,

From the time A/C 106 recovered from the proviocus flight to the time it was
launched, due to circumstances beyond my cortrol, I did not have enough time to
conduct a proper Post Flight of the aircraft.

This ctat= -nt is correct and true to the best of my knowledge and ability,

The board considers the abeve statement credizable except for the reference
to aircraft side number 105 in the ‘irst parzgraph is in errc: because that
aireraft was spotted on the number cne elevator, engines not twning, when
airoraft BUNO 150410 (side mumber 106) was resovered,

P SO S

SPECTLL HaNDLING REQUIR-D IN ACCORDANCE WITH Pill. 46 OF OPNAV INST 3750,6E
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Statement of _ATR-B , Plane Captain of 106, concerning
VF-74 AAR se er A, 26 Novenmber 1965, F4B BUNO 150410, Pilot MANFREDI,

Aircraft 106, came in at approximately 1800 caught the wire and turned around
abean of the islard and taxied to elevator number 4, 2/M and I tied the
A/C down along with the help of the blue shirts, LT the RIO left
the plane and we started the postflight inspection, As I checked the airframe
and hydraulics, my 2/M started the refueling procedure. I wert to the nearest
deck power cable and dragged it to the plane. It was too short and I put it
back into the deck. One of the fuels crew got an NC-2 for power, At this tire
LCDR MANFREDI and ENS LEE arrived at the plane. My 2/M helped them strap in and
LCDR MANFREDI took over the refueling in the cockpit, At this time the fuels .
crew lost pressure in the refucling hose, This delayed the operation 10-15 min,
Then the hose regained pressure, but the yellow shirts gave the word to break
it down and finish refueling on the waist cats. We broke the plane down and
moved to the waist cats, I got a powei ~able and we resumed refueling.

ifter a while I checked the fuel guage on the CTR and it was full, I checked
with LCDR MANFREDI and he gave me a thumbs up on the fuel signal. I noticed that
the pin bag was lying on LCDR MANFREDI's shoulder. The face curtain pin was still
in. I didn't think mich about it, as LCDR MANFREDI always pulls it himself before
the cat shot,

At this time, P/C for 106 was called for at flight deck control. They wanted
to know what the refueli was, I explained and left to go back to the
plare, When I got back‘mhad the engines started and was pulling power.
I buttoned up the electrical door and the tractor left, I turned on my wands
but the yellow shirts gave the signal to break off the chains, The A/C was not
checked out before it left. We broke off the chains and walked to the catwalk
above VF=74 line shack. I walked from the catwalk as it went off the catapult.
I lost view of the A/C as it passed the Island. From what T saw it appeared
& normal cat shot,

This statement is true and correct to the best of knowledge,

The board considers the above statement creditable,

SPECIAL HaNDLING REQUIZLD IN ZCCORL/NCE #ITH PANL. 46 OF OPILV INST 3750.6E
ENCLOSIRE (28)
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starpext o oo RN 1310, USK, COMCERNING VF=7l, AAR
SERIAL NUMBER 2-65A, 26 NOVEMBER 1965, F4R, BUNO 150410, PILOT MANFREDI

On the night of 26 November 1965 LCDR MANFREDI and his RIO, ENS LEE,
were in F-4B BUNO 150410 spotted on the mumber four catapult, USS FORRESTAL
in CAP condition II. Myself and my Ri0, LNS HEMMl were about to relieve
LCDR MAMPREDI in 50410 at 1930. We departed the ready room about 1910,
Upon arriving on the flight deck we were told that 50410 was to be
Jaunched at 1930 and that we were to m:n side number 100 (BUNO 152285)
which was spotted on number four eleva‘or. This we did.

About launch time, 1930, I had sterted engines ard was going through the
complete pre take-off check routine. During this time T was pointed
directly at the area of the number threc amd four catemlts and therefore
observing the happenings therc. The Catapult Officer vas attenpting to
launch a FUDD from cat three at 1930, For some recason his efforts were
unsuccessful and the FUDD was taxied forward, I then watched 50410 prepare
for the launch, The wings were spread ond flaps extended full down, it
could not see the port flap but th: starboard leading and trailing edge
flaps were full down, The aircraft wes taxied over the shuttle and the rmose
gear extended normally. The bridle was applied to the cat hooks and I saw
the director signal the pilot and cat crew to take tensions. Power was
inereased to what T consider was full military. The noise was so intense
T had to press the sides of my hard hat together to stop the vibration in
ny ears, I feel certain thot the engines were at full power, 1 was
almost two hundred feet from the tailpipes and my eers were hurting. The
director turned the aircraft over to the cat officer who picked it up with
the rotary motion of the green wand, Visibility into this area was very
good because of the mest mounted flood lighting and flush mounted red deck
lights along the cat track which reflect on the under surface of the air-
craft,

Very shortly after the cat officer's green wand illuninated, the air-
craft's wing and tail lights came on. The cat officer touched the deck
with the wand and the cat fired. I watched the aircraft accelerate down
the cat track, The shot was normal in all respects. As the aircraft
rotated off the angle, it pessed from my field of view behind airceraft
parked on the corral abeam the island. I did not actually see the act of
rotation., I felt the launch was completely normal, I was not concerned about
it and I went back to the business of checking my own bird.

A short time pessed - I have thought it over very carefully and I feel it
was between twenty and thirty secords - and I heard a radio transmission on
button 14, departure frequency. The voice was quite frantic, panicky, yet
the words were fairly clearly spoken, I asked my RIO over the intcrcom
what was said., He said "It sounded like Italian or soncthing." I said,
"No it wasn't, it was in English, what was said?" He said, "It sounded like
someone said We're in trouble, we're in tmoublel" I then said, "It sounded
like Level your wings, level your wingsl" :

Whatever was said was said twice. It was not the voice of the pilot
whom I have heard over the racio over the past year ard a half. I feel now
that it was the voice of the RIO as I believe 50410 and ourselves were the
only two aircraft on that channel at that tine, The delay in launch of the

! FUDD had 2llowed another F-4 launched from cat two plenty of time to be-
cane airborne aml to have switched to his control frequency. There were, I
beliecve, no other aircraft lmunched immedintely preceeding 50410. No
girborne aircraft, from earlier launches would have been up on deperture
frequency.
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hs to the condition of the aircraft, 50410, I had flown it the same day
of the crash, actually the second flight previous to the one which terminated
in the accident. It wes a good bird, The stability augmentation system

had been griped the flight previous to mine, by ICUR MANFREDI I belive,
specifically for an cut of trim condition in the yaw channel between

"stab aug on" and "steb aug off." The control system hamony and response

I experienced were excellent, On my flight, there was nothing wrong with
50410 and I reported it in an “up" stetus on ny return,

I was designated 2 Naval Aviator 20 October 1948 and have 4533 hours
total flight time, of which 1531 hours are in jet type airc .

.
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Statement of LNS q
VF-T74 AAR serial murber 2-65K, November 1965, F4B, BULO 150410,

Pilot M:ANFREDI.

I was in A/C 100 on condition II cap at the time 4/C 106-was
launched, My A/C wa8 turned up and I was monitering button #li. We
were spotted on #l elevator. 106 was fired fronm #4 cat end went into

a shallow starboard turn across the bow of the ship. My
momentarily blocked by the island structure then the A/C

view was
came back

into view, still in a starboard turn, on the sterboard side of the
island structure, Altitude was 100' to 200', I turned back toward

the flight deck and as I turned heard the following transmission:

mye're in trouble} We're in trcublel" My pilot thought the transmission
was, "Level your wings! Level your wings!" At this time we were not

aware that the A/C had gone into the water,

I wes designated a NFO on 15 June 1965 a:d have 230
180 hours are F-4 tine,

hours, of which
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F4B, BUNQ 15041

P; 1ot MANFRE!

As ithe pilot o the BE1B on the muber two catapult at the tim of the
1c G sox tne subjeet F4B as it went by my port side Pf tr
waist tha time, I wasa't sure whether he had boltered or wes

tay he seemed to havae sufficient flying speed &nd contro
Ry

ht of hinm frr just a few seconds while texiing into

bol into mv field of vision cnce again as he crossed o
bow he ship., He had climbad iritially to an eltitud -\
©C Lecw flipght Qeclk level Lefore starting a sharp roll to staihosrd,
entering weter in what appeared 1o be a nose down  att ituvde, T was
a clear s very daill night with no visible *mﬂ"o therefore I was unab.

to see h exact attilude, However, judging fon tre movement and position
of his ruming ligh*s, he seemed t> have rolied through more than 90° of
baiil-.

AS zoon as the aircrafi vanished from sight, I heard somccne on the
radio sey scmething to the effoct thet an aireraft had ditched off the
atarbeard side. We were meniicring both channel 14 and 15 simultaneo usly
and the tower (ch.15) wes talking with inbound aircraft often, after the
initial report of the ditching, I heard no other radio transmissions
C ,rning the 2ecident @ad ) nec>d no transmissiens prior %o the ditching
ich sounded as if it ceme frcm the FiB. It is possible , however, that
any Lriet transmiesion mode by the F4B could have boonh drowned out or
overridd:n by the ncavy tveaffic on chénnel 15. There were no .hrres of

light indicating an explosion or attempted ejection., An inspection of our

airecraft revesled no evidence tlat the FAB might have struck ue as hc
. 4 ,
passed by, which c2uscd tie pilct to lose control. Our wings were in tas

folded position ct ihe tise hs was catapulted, kseping us vwall clear of
his flight path,

T was designated a laval Aviator 28 AUG 63 and have 1287 hours total
flipht time, of which all hours are in pzop iype aircraft,
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Ha MY 2622002 \

As F4Bp 150410, FITRON T&4; SER 2-658, MANFREDZ

#a AIR INTERCEPT,; CyA=5% TO Cya=59 YFR, 2 PLIS @i

Ja ALFA, LOST AT SEA . : >

Ba NIGHT CATAPULT LAUNCH FROM CONDITION II CAP

#a AIRCRAF T OVER-ROTATED AFTER NIGHT LAUNCH FROM NOs FOUR CATAPULT.
1§ KIS EXCESS ENDo SPD A/C CROSSED THE BOWs NOSE HIGH, WITH MODERATE

»

FAGE TWO RUTKRX 848 UNCLAS

T0 SEYERE WINC ROCK @Wﬂﬂlﬂ%ﬂ MO APPARENT ATTEMPT
T0 INITIATE BURNER. A7C EN THE WATER APPROZc..3 /74 MILE AHEAD

AND TO THE RIGHT OF THE-SHIP IN A RICHT WINC DOWN ATTITUDE. NO

FIRE OR EXPLOSION OBSERVED. ENGINE OPERATION APPEARED NORMAL TO
IMPACTo NO MECHANICAL DISCREPANCIES NOTED PRIOR TO LAUNCH. MO
APPARENT ATTEMFT AT EJECTION BY EITHER CREW MEMBER. >
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